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TECHNICAL NOTE 3194

STATTSTICAL MEASUREMENTS OF CONTACT CONDITIONS OF
478 TRANSPORT-ATRPLANE IANDINGS DURING
ROUTINE DAYTIME OPERATIONS

By Norman S. Silsby
SUMMARY

Statistical measurements of contact conditions have been obtained
by means of a specially built motion-picture camera of 478 landings of
present-day transport airplanes made during routine deylight operations
in clear air at the Washington National Airport. From these measure-
ments, sinking speeds, rolling velocities, bank angles, and horizontal
apeeds at the instant before contact have been evaluated and a limited
statistical analysis of the results has been made.

The anglysis indicetes that, for transport airplenes in general, the
gusty-wind condition had a substantial effect in increasing the values of
sinking speed, bank angle, and rolling velocity likely to be equaled or
exceeded once for a given number of landings but had essentislly no effect
on the airspeeds at contact. Specifically, in 1,000 landings under con-
ditions of no gusts, the values of sinking speed, benk angle, and rolling
velocity (in the direction of the first wheel to touch) likely to be
equaled or exceeded once are 3.5 ft/sec, 4.8°, and 4.4t deg/sec, respec-
tively; for the same probability of 1 out of 1,000 landings made under
conditions with gusts, the wvalues of these respective quantities increase
to 4.7 ft/sec, 6.6°, and 5.3 deg/sec. In general, the transport airplenes
landing at Washington National Alrport touch down at airspeeds which have
a considerable margin above the stall; in 1 out of 1,000 lendings, the
landing speed will probasbly equel or exceed an airspeed 60 percent above
the stalling speed (based on an assumed loading of 0.9 of the maximum
permissible landing weight).

Although wing loading was seen to have some effect on the sinking
speeds of various transport airplanes, that is, there was a tendency for
eirplanes with higher wing losding to land with higher sinking speeds,
the actusl correspondence was rather poor, and study of a grester number
of landings is required in order to isolate the influence of wing losding
end other parameters which cause the differences in sinking speeds for
the various types of airplanes.
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INTRODUCTION

At the present time, alrplanes and thelr landing gears are being
deslgned to satisfy landing-loads regquirements which are based on experi-
ence with earlier slrplanes. Deslgn procedures also are based largely
on past experience. The sizes and speeds of alrplanes have steadily
increased, with associlated changes in structural flexibility, weight dis-
tribution, laending speeds, and other characteristics, since these deslgn
procedures and requirements were established. For this reason end as a
result of the increased economlc pressure toward a reduction In weight,
it has become necessary to reexamine the landing-loads problem in order
to establish up-to-date requirements and design procedures thet will
insure safety with the least possible cost in welght.

The first step in developing more rational landing-loads requlre-
ments is to obtsin Information on the severity and frequency of the load-
producing conditions likely to be encountered by an alrplane in landing.
The conditions which produce or influencé the loads on the landing gear
and sirplane structure are the sinking speed, horizontal speed, attitude
angles, anguler veloclitles, and so forth, which exist at the instant of
touchdown. Since so many Indeterminate factors influence these quanti-
tles, they must be treated as a statistical problem. TFor the case of
aircraft-carrier operations, a substantial amount of statistical informa-
tion on landing spproach conditions has been obtalned by the Navy and is
belng augmented continually. For land-based operatlions, on the other
hand, very little suitable information is avallable, particularly for
operations of present=day transport airplanes.

The Netional Advisory Cammittee for Aeronautlies has recently under-
taken the project of obtaining statistical measurements of landing con-
tact conditions for present-day transport airplanes during routine opera-
tions. The equipment for obtaining the measurements was set up at the
Washington National Alrport in the middle of Januvary 1953, with the per-
mission and cooperstion of the airport authorities. From that time until
the middle of April 1953, in about 56 hours of operation (during portions
of 15 different days), a total of 630 airplane landings were photographed
and, of these, 478 were suitable for evaluation and analysis.

Preliminary results for the first 126 usable landings (the first
20 hours of operation), together with a brief stetistical analysis, have
been reported in reference 1. These 126 landings also are included in
the analysis of the 478 landings reported herein. Photogrephs were
obtained for the landings of varileties of present- day twin-engine and
four-engine ailrplanes. From these records, sinking speeds, horlzontal
speeds, bank angles, and rolling velocities have-been evaluated and a
limited statistical anslysis of the results has been made.
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APPARATUS AND METHOD

A photograph of the equipment used for obtaining stetistical dats
on the landing contact conditions is shown as figure 1. The equipment
consists essentially of a constant-speed 35-millimeter motion-picture
camera fitted with s telephoto lens of 40-inch focal length, supported
on a vertical shaft which provides for tracking the airplane only in
azimuth. The trailer on which the equipment is mounted can be raised
on Jacks to permit very accurate leveling of the ceamera and provide a
rigid support. Since no instruments are installed in the airplanes,
pilots are unaware that landings ere being monitored. The camera was
set up at a distance of 800 to 1,000 feet from the runway so that it
offered no obstruction to aircraft on the airport proper. All the data
in the present analysis were obtained from photographs of landings made
at Washington National Airport on a runway which is 5,210 feet long and
extends from a southeasterly to a northwesterly direction.

The sinking speed for each of the two wheels of the mein landing
gear is determined from a consideration of the range and the time rate
of change of wheel location, which in turn 1s obtained by measuring the
change in image-wheel position over a 5-frame interval (4 time intervals)
immediately prior to first-wheel contact. The camera runs at an accur-
ately controlled rate of 25 frames per second; thus, the sinking speed
(as well as the other quantities) is determined over a time interval of
4/25 second prior to contact, which corresponds to & vertical height of
about 1/3 foot for a sinking speed of 2 ft/sec. The formuls used to
determine vertical veloecity for each of the main-gear wheels is given
in reference 2 aglong with its derivatlion and the corrections to be
applied. The average of the sinking speeds for the two main-gear wheels
is considered to be the sinking speed for the alrplane center of gravity.
Some center-of-gravity sinking speeds were obtained by reading a point
on the fuselage near the center of gravity for those landings in which
both wheels were not visible.

The rolling velocity of the airplane 1s determined from a considera-
tion of the known wheel tread and the difference in the values of sinking
speed for the two wheels. The roll-attitude angle, or bank angle, at the
instant of contact is determined from the relatlve vertlcal positions of
the wheel imsages, together with the range and wheel tread, according to
the formula:

T cos ©

h, +h
N N
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where

a distance from film-frame reference to optical center
of frame, 0.536 in.

D perpendicular distance to center line of runway from
camera, 795 ft

f lens focel length, 40 in.

hy distance from film-freme reference to left wheel, in.

hr distence from film~frame reference to right wheel, in.

T alrplane main-axle wheel tread, ft

0 szimuth angle at camera between D and line to airplane
wheels at time of contact, deg

¢ benk angle, deg (positive for right bank)

The photograph in figure 2 is a sample freme from a landing segquence
and illustrates the appearance of the record for a relatively large roll
angle at contact (5.5°). The instant of contact can usually be deter-
mined reedily by the puff of smoke from the tire. The spot of light
appearing in the center of this figure 1s produced by instrumentation
in the camera which denotes the azimuth angle for use in evaluating the
data and is not due to any installation in the airplane.

Horizontal veloclties are determined from the change in position of
the airplane image with respect to the image of a stationary background

object appearing in two or more successive frames according to the
equation:

Vir =
H™ ¢ cosler At
where

Ah change in distance on £ilm from airplane image to
image of background object, in.

Lt time interval corresponding to Ah, sec
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Vg horizontal velocity, ft/sec

g azlmuth angle at camera between line of D and line
t0 alrplane center of gravity at time of frames in
which Ah was measured

Horizontel velocitles were determined as closely as posslble to the time

of contact; in no case did the time exceed 1/2 second prior to contact.
Because the longitudinal deceleration immedistely prior to contact nor-
mally will be sbout 0.lg, the horizontal velocity 1/2 second before contact

would be about l%-ft/sec higher than the actual velocity at contact. A

more complete and detailed descriptlon of the apparatus and equipment,
considergtions in deslign, method of operation, and data reduction can
be found in reference 2.

Landings were photographed for twelve present-day twiln-engine and
four-engine airplanes; general specification datas for these alrplanes
are given in table T.

ACCURACY

The accuracy in terms of probable error in the quantities deter-
mined as a result of errors in film reading and the error introduced by
neglecting the vertical acceleration is as follows:

Sinking speed, FE/8€C « « ¢« ¢« & & ¢ ¢ 4 ¢« s 4 s e 0 a0 ... 0.1
Rolling velocity, Geg/8€C « ¢ v & « & « ¢ o « o o o o o o o o « 1 /h
Bank angle, GEE « o « + s o o 2 s « o o s o o o o s o« o ¢ s o+ S0.1
Horizontal velocity, f£/S€C . v ¢ v v v v 4 ¢ o o o o s o o o« & +1.5

For a more detalled account of sources of error and accuracy of the
results, especially with regard to sinking speed, see reference 2.

PRESENTATION OF RESULTS

The values of sinking speed, forward ground speed, bank angle,
rolling velocity, and other pertinent data are listed in table IT for
each of the 478 airplane landings. The statistical asnalysis of these
results is presented in terms of frequency distributions (figs. 3 and %)
and probability curves (figs. 5 to 11). The data have been analyzed as
a whole as well as grouped according to landings with and without gusts,
where the gusty condition is defined (according to ref. 3) as sudden,
intermittent increases in speed with at least a 10-mph (9-knot) variation
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between peaks and lulls. The peaks must reach st least 18 mph (16 knots),
and the average time interval between pesks and lulls should usually not
exceed 20 seconds.

The Pearson type III probghbility curves were determined in the
menner described in reference 4. Values of the statistical parsmeters
(mean velue, standard deviation o, and coefficlent of skewness a5)

for sinking speed, bank angle, rolling wvelocity, and airspeed at con-
tact, which are used in the determination of the probability curves,
are listed in table III for the various airplene categories and gust
conditions. These curves, which fit the data reasonsbly well, provide
a systemstic fairing of the date and permit some extrapolation, which
gives an indication of the magnitudes of the various quantities likely
to be encountered in a greater number of landings than were actually
obgerved. . - T h h

The stalling speeds used in this evaluation were taken from flight
manuals of the various alrplanes or from the svallable test results for
the landing configuration, with the arbitrary assumption that the landing
welght was 90 percent of the maximum permissible landing welght. The
airspeed was determined as the sum of the measured horizontal speed and
the parallel component (in the direction of the runway) of wind velocity
measured et the control tower. "

STATTSTICAT, ANALYSTS AND DISCUSSION

Sinking Speed

The frequency distributions of sinking speed for the center of
gravity and the first wheel to touch (fig. 3) are very similar and indi-
cate no significant difference 1n the statistics of these quantities.
Only sinking-speed datas pertaining to the center of gravity of the air-
plane therefore are presented in the rest of the paper, and these data
may be considered to apply to elther the center ofgravity or the first
wheel to touch.

The frequency distributions of the percentage of landings occurring
in various 0.5-ft/sec ranges of sinking speeds (fig. 4(a)) show that the
grestest percentage (29.5 percent or 1h4l) of the landings occurred in
the range from 1.0 to 1.5 ft/sec. The mean for all 478 landings was
1.38 ft/sec, and no landings exceeded a sinking speed of 4.5 ft/sec. A
comparison of frequency distributions of sinking speeds for conditions
of gusts (271 landings) and no gusts (207 landings) indicates the marked
effect of gusty conditions on sinking speed (fig. 4(b)). Although the
greatest percentages of landings: for the gusty condition (28.7 percent)
and the no-gust condltion (30.4t percent) occurred in the ssme range of
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sinking speed (1.0 to 1.5 ft/sec), substantially greater numbers of
landings are shown to occur et lower sinking speeds for conditions of
no gusts than for gusty conditions. At the higher sinking speeds, a
greater number of landings occur for the gust condition than for the
no-gust condition. The mean value of all sinking speeds for conditions
of no gusts was 1.22 ft/sec, and the standard deviation was 0.57 ft/sec;
the mean of all sinking speeds measured in gusty-wind conditions was
1.50 ft/sec, and the standard deviation was 0.76 ft/sec. No landing
exceeded a sinking speed of 3.4 ft/sec for condlitions without gusts; the
maximum velue of sinking speed attained during gusty conditions was

4.5 ft/sec. The wind velocity (measured at the control tower) for con-
ditions of no gusts ranged up to 18 mph with cross-wind components (at
90° with respect to the direction of the runway) up to 11 mph. For the
gusty condition, the mean wind speeds ranged from 14 to 28 mph with gust
velocities up to 38 mph and cross winds up to 17 mph. It cannot be
definitely stated, therefore, that the differences shown are due solely
to gustiness, inasmuch as the associated higher winds and higher cross
winds mey also have some influence.

Although the difference in mean values of sinking speed between the
landings with gusts (1.50 ft/sec) and the landings without gusts
(1.22 ft/sec) was only of the order of 1/4 ft/sec (fig. 4(b)) for this
number of landings, the difference was significant according to a method
of statistical analysis concerning significant differences in variables
(ref. 5). The difference in standard deviations from the means was also
significant.

The probability curves of sinking speeds for all airplane landings
are shown in figure 5 and indicate in a more graphic menner the effect of
gusty conditions, as compared to the no-gust condition, on the probability
of occurrence of various sinking speeds. For example, the curve for the
condition without gusts, under which 207 observations were made, indi-
cates that a sinking speed of 3.5 ft/sec would be expected to be equaled
or exceeded once in about 1,000 landings; the curve for gusty caonditions
(271 landings) indicates that the seme sinking speed (3.5 ft/sec) should
be equaled or exceeded once in only sbout 60 lendings. For gusty condi-
tions, a value of sinking speed of 4.7 ft/sec would be equaled or exceeded
once in 1,000 landings. The curve for all landings, which combined the
conditions of gusts and no gusts in s relative frequency of occurrence
of about 3 to 2, indicates that 3.5 ft/sec will probably be equaled or
exceeded once in gbout 150 landings.

For six types of airplanes, the probability curves of sinking
speed based. on 36 to 100 observations per type indicate substantial
differences in the probability of equaling or exceeding a given sinking
speed (fig. 6). These probability curves for the various individual
transport types are preliminary and should be considered to indicate
trends only, in view of the relatively small number of landings for the
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different types. A comparison of the probsbility curves of sinking speed
determined from the data of the first 60 landings for all elrplanes, and
then, successively, for 126, 243, and 478 landings, as more landings were
photographed, indicated that probably on the order of 200 landings are
required to establish a probebility curve which would have & practicel
degree of relisbility.

One factor which wes thought to have considerable responsibility
for the difference in sinking-speéeed statistics for the various types of
elrplanes was the wing loading. Actually, the correlation between sinking
gpeeds and wing loading is rather poor (see table I and fig. 6). Air-
plane B which has the lowest wing loading exhibited the lowest sinking
speeds, but, among the rest of the alrplanes, no spparent relationshlp
existed between wing loading and sinking speeds. In an attempt to sup-
press the influence of factors assocliated with individual asilrplanes which
might mask the effect of wing loading, the data were grouped into cate-
gories of low, medium, snd high wing loeding. The grouplngs were as
follows: The low-wing-loading group included airplane types A, B, C,
and D with a range of gross-welght wing loadings of 27 to 33 lb/sq t;
the medium-wing-loading group included airplane types E, F, and G with
8 wing-loading range from 47 to 51 lb/sq £t; and the high-wing-loading
group included airplane types H, I, J, and K with a range of wing loading
of 65 to 80 lb/sq f+t+ 'The probability curves of sinking speed according
to the above groupings (fig. T)Y indicate a tendency toward substenti-
ating the assumption that-a given sinking speed more probably will be
equaled or exceeded for a more highly loaded airplane, but the corre-~
spondence is still not complete. The curve for the low-wing-loading
group indicates the lowest probablllity for a given sinking speed. How-
ever, the medium- and high-wing-loeding groups are reversed from the
presumed order; that 1s, the medium-wing-loading group indicates a higher
probability of equaling or exceeding a glven sinking speed than the high-
wing-losding group. It appears that, although the effect of increasing
the wing loading above sbout 30 lb/sq f+t tends at first to increase the
probability of equaling or exceeding a given sinking speed, a point is
reached beyond which other factors such as pllot technique, ailrline
policy, alrplane handling qualities, and so forth, become predaminant
and offset any further direct correspondence between sinking-speed proba-
bility and wing loading. It should be pointed out that all the alrplanes
in the low-wing-loading group had conventional landing gears, whereas the
aircraft in the medium- and high-wing-loading groups had gears of the
tricycle type.

The effect of gusts on the probability of equaling or exceeding a
given sinking speed for the medium- and high-wing-loading groups is
simllar to that found previously for the total airplane-landing popula-
tion (fig. 5); that is, gusty conditions increased the probability of
equaling or exceeding g given sinking speed. However, for the low-wing-
loading group, there was, essentially, no effect due to gusts.
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Bank Angle

The frequency distribution of bank engles at contact indicated a
ratio of about 4 to 1 for the occurrence of landings with a left angle
of bank (left wheel contacting first) compared t¢ landings with an angle
of bank to the right at contact. Two effects msy have contributed to
the predominance of left angles of bank: (1) the pilot's location on
the left side of the airplame, which, according to the opinion of experl-
enced pilots, results in a tendency to carry the left wing slightly low,
and (2) a greater percentage of landings with cross winds from the left
(left end right cross winds are in the ratio of about 10 to 1).

The curve for the probability of equaling or exceeding given angles
of bank for the 413 airpleane landings for which this quantity was obtained
indicates that an angle of bank of 6° will probebly be equaled or exceeded
once in about 900 landings (fig. 8). For conditions without gusts, under
which 182 observations were made, & bank angle of 6° would be expected to
be equaled or exceeded once in only about 8,000 landings, whereas the
curve for gusty conditions predicts a probabllity of a bank angle of 6°
once in sbout 450 landings. Out of 1,000 landings, the values of bank
angle likely to be equeled or exceeded once are 4.8° and 6.6° for condi-
tions of no gusts and gusts, respectively. The limitation of roll angle
imposed by some part of the airplene other then the landing gear con-
tacting the ground first is from 8° to 16° for the four-engine transport
ailrplanes and from 17° to 21° for the twin-engine transport airplanes
considered in the present snalysis. The probabllity curves of bank angle
for the categories of twin-engine and four-engine ailrplanes, together
with the effect of gusts (fig. 9), indicate that with the twin-engine
airplanes there was a considerably higher probability of equaling or
exceeding a given angle of bank then with the four-engine airplanes.

For the totael number of landings, for example, a bank angle of 50 is
expected to be equaled or exceeded once in asbout 130 landings for the
twin-engine airplanes, whereas & 50 angle of bank for the four-engine
airplanes would be equaled or exceeded once in only sbout 1,000 landings.
The effect of gusty-wind conditions, as before, is to increase the proba-
bility of equaling or exceeding a given angle of bank.

The difference in mean bank sngles at contact and the difference in
the standerd deviations from these means between the 231 landings with
gusts and the 182 landings without gusts (see table ITI(b) and fig. 8)
are stetistically significant. The differences in mean bank angles and
the standard deviations from the means between the 242 landings of twin-
engine transports and the 171 landings of four-engine airplanes (see
table ITI(b) and fig. 9) are also statistically significant (see ref. 5).
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Rolling Veloecity

The frequency distributions indicated about twlice as many cases of
elrplanes rolling in the direction of the first wheel to touch as com-
pared to those for alrplanes rolling away from the first wheel to con-
tact. The probability curves of rolling velocity (fig. 10) were com-
puted by considering the group of rolling veloclities in each direction
as an entity. Then the ordinates of the curves for rolling both toward
and away from the first wheel to touch were multiplied by 0.62 and 0.38,
respectively (relative percentages of occurrence of the two events).
(See fig. 10.) ' )

The probablility curves of rolling veloclty indicate & greater proba-
bility of equaling or exceeding a given value for airplanes rolling in
the direction of the flrst wheel to touch than for airplanes rolling
gway. The effect of the gust condition increased the probability of
equaling or exceeding a given rolling velocity for rolling in either
direction. For example, out of 1,000 landings, the values of rolling
velocity likely to be equaled or exceeded once are ki.h deg/sec and
5.3 deg/sec for conditions of no gusts and gusts, respectively. The
differences 1ln probabilities between the curves for the total number of
landings for rolling in either directlon decrease as rolling velocities
increase sbove about 2 deg/sec. This result was also true for landings
nade under gusty conditions.

.

Airspeed &t Contact

The probability curves (fig. 1l1) for the percentage by which con-
tact airspeed exceeds stalling speed indicate that 1 out of 10 transport
alrplanes in routine daytime operations will touch down with an alrspeed
which 18 equal to or greater than 40 percent above the stalling speed
(based on en essumed loading of 0.9 of the meximum permissible landing
weight). For 1 out of 100 landings, the contact alrspeed will equal. or
exceed a speed 50 percent above the stalling speed, and for 1 out of
1,000 landings, the contact airspeed will equal or exceed a speed about
60 percent above the stalling speed. Gustiness asppeared to have only a
very small effect on the alrspeed at contact, as contrasted to the rela-
tively substential effects on the probabllities of equaling or exceeding
given values of sinking speed, bank angle, and rolling veloclty, a8 has
been polinted out previously. In this case, the reason for the absence
of an effect due to gusts msy be that the alrplsnes land so fast that
there 18 sufficlent speed margin sbove the stall tc take care of the
gusty conditions. The effect on the alrspeed at-contact due to various
runwey lengths cammot be indicated, inasmuch as all the data so far
obtained have been for landings made on only one runway.
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The frequency distribution for the percentage of landing airspeed
above stalling speed indicates that the greatest number of lendings
(201 out of the 478, or 42 percent) occurred in the range from 20 to
30 percent above the stalling speed, and the next largest number (142 or
30 percent) occurred in the range from 30 to 4O percent sbove the stalling
speed. These facts are evidenced in figure 11 by the relatively high
probaebilities (above 0.l1l) indicated by the curve at all percentages up
to 40 percent asbove the stalling speed.

CONCLUSIONS

Results of the analysis of the 478 landings obtained during clear-
weather operations of present-day transport airplanes landing on a run-
way 5,210 feet long at the Washington National Airport have indiceted
the following conclusions:

l. For the trensport aeirplanes in general, the gusty condition had
a substantial effect in increasing the values of sinking speed, bank
angle, and rolling veloclty likely to be equaled or exceeded once for a
given probability but had essentislly no effect on the airspeeds st
contact. '

(a) Out of 1,000 landings under conditions of no gusts, the
values of sinking speed, bank angle, and rolling velocity (in the
direction of the first wheel to touch) likely to be equaled or
exceeded once are 3.5 ft/sec, 4.8°, and 4.4 deg/sec, respectively.

(b) Out of 1,000 landings under conditions with gusts, the
values of sinking speed, bank angle, and rolling velocity (in the
direction of the first wheel to touch) likely to be equaled or
exceeded once are 4.7 ft/sec, 6.6°, and 5.3 deg/sec, respectively.

(c) The airplsnes, in general, touched down at airspeeds with
e consldersble margin above the stall; the airspeed et contact in
1 out of 1,000 landings will probably equal or exceed an airspeed
60 percent gbove the stalling speed (based on an assumed loading
of 0.9 of the maximum permissible landing weight).

2. Although wing loading was seen to have some effect on the sinking
speeds of various transport airplenes, that is, there was a tendency for
airplanes of higher wing loading to land with higher sinking speeds, the
actusl correspondence wgs rather poor, and study of & greater number of
landings is required in order to analyze the influence of wing loading
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and other parsmeters which cause the differences in sinking speeds for
the various types of alrplanes.

Langley Aeronsutical Laborstory,
National Advisory Committee for Aeronautics,
Lengley Field, Va., March 17, 195k.
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(GENERAL SPECIFICATION DATA FOR TRANSPORT AIRPLAKES

or |Meximami, Moximom  |Maximm permissible|S iliiD8 fpeed |oap. ov1e (Meximm 1ift
Airplane tz'rg:port wgri;;f; arﬂi, wing loading,| landing weight, |io- dg};g m wheel tread,|So¢tfleient,
alrplane B |saTt| 1b/eq f£i 1b mph ’ £t cla“mmdition

A Twin-engine| 17,500 545 32.0 15,000 67 15 2.12
B Twin-engine | 27,000 | 9688 27.3 25,000 67 18.5 1.96
c Twin-engine | 31,000| 970 32.0 29,000 T2 18.5 2.04
D Twin-epgine | 45,000 [1,360 33.0 k5,000 T2 26 2.29
E Twin-engine | k2,750 906 k7.2 42,000 83 25 2.78
3 Four-engine | 73,000 (1,463 49,8 63,500 8o 26 2.h2
G Twin-engine | 41,790| 817 5L.1 39,800 85 25.5 2.36
B Four-engine | 107,000 |1,650 64,9 85,500 85 28 2.54
I Four-engine |120,000 [1,650 T2.7 98,000 90 28 2.54
J%  |Four-engine| 88,000]L1,463 £0.0 75,000 8l 26 2.57
J*  |Four-engine 103,000 |1,463 TO.h 88,000 90 26 2.60
K  |Four-engine 142,500 (1,769 80.5 121,700 98 28.5 2.h2

*Average of specification data for these two transport airplanes used in analysis.
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Cpositive values - right bank.

BPositive values -~ hesd wind.
Dpositive values - ralling in &irecticm of first wheel to ‘touch.
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Dpositive values - rolling in &irection of first wheel to touch.

8positive values - head wind.
Cpositive values - right bank.
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Ppositive values - relling in dirsation of first wheel to touch.

8positive veluss - head wind.
CPositive values - right bank.
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Spositive values - head wind.
CPositive values - right bank.
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Spopitive values - head wind.

bpopitive values - Tolling in &lrection of firet wheel to touch.

Opositive values - right bank.



19

NACA TN 3194

TABLE IT - Continued

VALUES OF CONTACT CONDITIONS AND OTHER PERTINERT DATA FOR TRANSPORT LANDIRGS

3. |29ese nigem wnow sassu cugoo wnosan anane cutan over gnavs Hmdma Rened Jeden moogn
B8 |#dned diid aedes 3930 fonae sgARN NANNS AERRd WSS gEyd MASH SEReR BN feged
g | DRXLTOR 0VQANQ HNQCC WONHNG MAVAR VMNOE LQEADN MAQLQ AARYN GO QOKRNKD QYAd4KR RNENQE  Yannd
m ) AFRBRE £35%8 LI EL FoE LHRRE HEIPE JEE ] ENE LES RK&E s g N 8
4 9 9
§ ] REAHD AR AN 4dadO @ IONA 240QH KMA O CUAMA QI MQNEQ NONEG HNY Nd VAR e ja ond g
m‘wwfﬂ\ 4_ (] .|_—-_ 1 _1-—4 1.-44 ] -1_*- 21_—0 1 41—-1- 1——-. ] ..4 AL -u_—o-.m—l et ] —-—1—. -4-.4—1——
P2l onnoy dnjen wan o v jnon Qonne 40 4 4AN44 @9 (0% CRAQE WRd4E MLAVY AQRON [4]|E A0 iD
wwaﬁ ll-l—. _-_4 110 -n "=t 14 .4 .l-—- o 1 4 1 —A ] 1 4. ] ] 1 — _—.l. ] _1—
m... £agdn AEaAe VRREN YeNeL §ORMD HREQAG R@OLN 9QNK NOIAN QUGND LAY QLQQM QAACH NAELH
Mh. onn oA - NAd A A A A e o - HHAA ArdAAdAd HMAdAAd AdAAA NrdAq A A HHd AAdN o
Mt dAQUYY rdrrd edddd Adddd Adddd sdddd ddddd Adedd ddddd ddddd delddd dadddd ddddg 9oqag
W -m. DOWWON oo oot .h...ik.uu nuunu ﬂ—uuuu n.l.\l.-_‘ Mttt ALNNN NANNNN NN NN lLlll 11115 m mmm
R
YYANY QONNN ONAYY GYEYY GENGY YENNR ANQNE MNMDR QIROD CAQNY LRV YERYD VRO N HOOKH
m .m/J QUNRS 99998 99953 A4 Shgak L0008 Hnnn ARfds fLLid ALdid L4ddd AAARR ARRAG GEQRR
oEa
mmw RRRRR REEEN RNEID VLD Pvbby g I O T T T T T T T T T O R A A - 044
P
3 .m L2433 92T 9¥EEY 99999 BE999 99993 $¥E99E 38R0 9RLRR K90S9 RNy wwwwe ooy VLY
}-3
g
mu eaEEe moees peaBE BEEEE ERBUE Blepc cenee coBEE BEBBEE BEREE EEBEc eamew zeex@ EEEER
3 | yEo oR N3R ane 2 n9% RERRT I2RL HEETR g
v | 45323 AA25% AARSR ARSNY 93530 09837 RRANR RRGET 5338 29%%% 23R%% 73898 24009 4808%
s m RRARR wuaaN dUNUN NUANY VONNN NNNNN ANNN NNNNN GNNNN UGN NANAN 00000 oooon HENEY
d LRI ) e ¢ o n.“--o a o o LR a s 0 @ 2 8 & v @ 4 s & 2w L) D) ¢« s & a . 9 . .. . o @ o 8
A d3444 55585 55855 54458 5445 SAHH4 55585 55455 BB55Y B8555 BBSSH BEANL HLsdd £8484
MW AMGME bmbhh HuaAm MOWRAKR Hobodmbhe RHKOMbBY OhiMbhEm OHMAMmMmBL ?.lek! UMM MGl LMD Ondbhd HhREK
3 50249 £958% 38538 BERPE RURAS RB&AD A2AQ THURN RENRR RANRA RRR2ARX RFZAR RARRAR RREER
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Cpositive values - right bexk.
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Apositive values - head wind.
Cpositive values - right bank.
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Maximm Meen Standard
Humber of Coefficlent of
Category Gust conditiom. Tands s:l.nﬂrﬁs:zeed, vy s:zeed, daﬂatd.:; a, o 58, a3
Ko gusts 207 3.0 1l.22 0.57 0.66
All sirplanes Guats 2TL x.5 1.50 .76 79
Total k78 k.5 1.38 .70 .76
Airplane B 67 2.k 1.00 48 .88
E 91 .k 1.562 22 T4
bl Totel ™ 3.1 1. . -S1L
[¢] 100 E.B 1.39 53 .48
H 36 5 1.38 z .83
J ke 2.9 1.h7 R -.19
Low ving losding Xo gusts Lkt 2.k 9% 48 82
Gusts k5 2. 1.02 RIS <5
(airplanes A, B, C, and D) Susts 2 2_3 8 e e
Medium wing loeding No gusts 118 g.k 1.28 5T .64
Gusts 148 »1 1.6 .80 R
(airplencs E, ¥, and G) Total 266 k.k 1.46 T2 28
No gusts k2 2.5 1.32 .60 .20
wing loading
R R O '3 e 2 3
(b) Bank angle
Maxcimem Maan
Number of Standard |Cosfficlent of
Category Cust condition landings benk d::gle, bexnk d::gle, devistion, o |skewness, a3
Ho gusts 182 3.7 1.01 0.80 1.19
A1l eirplanes Gusts 231 5.6 1.h2 1.1k 97
Total k13 5.6 1.2 1.03 1.16
No gusts 110 5."! 1.3 .90 .98
Twin~engine airplanss Gusts 5. 1.6 1.22 16
Total 2 5.6 1.38 i1 1.06
No gusts T2 3.1 87 58 a7
Four-engine airplanes Gusts 9 3.2 2.27 .96 1.8
Total bl o3 k.2 1.05 R 1.5
(c) Rolling velocity
MaxImmm Mean
Number of Btandard (Coefficient of
Category Gust condition Landings rolling v:i:city, rolling v::.:city, devistion, o |skevness, 3
Ralling toward firat No gusts 11k 3.5 0.98 0.80 1.07
wheel to touch Gusts 1k2 % 4 1.35% 1.02 .3
(a1l airplanes) Total 256 .7 1.18 .G .96
R vy from first No gusts 68 3.1 87 T3 1.0k
wheel to touch Gusts 8 k.9 1.01L .98 1.59
all ajrplanes) Total 157 5.9 .95 .88 1.55
(a) Atrspeed at contact
Maximm Mean Aol amd
Lmber of Coefficient of
Ca: Guat condition ccantact airspeed tact alrspeed
tagory landings ent ebove gt ]’] t gt ]’] deviation, o [skewness, ax
No gusts 207 55.4 28.2 36,'? o.:z.g
A1l airplanes Gusts 271 9.2 £29.2 . B
Total 78 59.2 28.7 9.62 .16
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Equipment for measuring lending contact conditlons.

Figure 1.-
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L-80236

Figure 2.~ Sample frame from landing sequence showing smoke puff at
tire contact.
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Flgure 3.~ Comparison of frequency distributions of sinking speeds for
center of grevity end first wheel to touch.
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Figure 4.~ Frequency distributions of center-of-gravity sinking speeds
of transport airplanes during routine operations for all 478 landings
and for conditions of no gusts (207 landings) and gusts (271 landings).
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Figure 5.~ Probability of equaling or exceeding sinking speed for
conditions of gusts, no gusts, and totel landings.
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Figure 6.- Probability of equaling or exceeding sinking speed for six
types of alrplanes.
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Flgure T7.- Probability of equaling or exceeding sinking speed for airplanes
of low, medium, and high wing loadings and for conditions of gusts, no

gusts, and total landings.
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Figure 8.~ Probability of equaling or exceedlng bank angle for conditions
of gusts, no gusts, and totel landings.
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Figure 9.~ Probaebility of equaling or exceeding bank angle for
engine and four-engine types of alrplanes for conditions of gusts,

no gusts, and total landings.
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Figure 10.- Probabillty of equaling or exceeding rolling velocity for
conditions of gusts, no gusts, and total landings in direction of

first wheel to touch and awsy from first wheel to touch.
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maximum permissible landing weight.)
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